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NARRATIVE OF EVENTS : Article 342, a U-2F model took off from Edwards North Base at 
1730Z 25 Feb 1966 to practice in flight refueling proced ures in conjunctio n with a 25X1A 
KC-135 tanker from Beale AFB, The pilot of the U-2 was 


No fuel 
The altitude at which 


was to be transferred from the KC-135, all hookups being dry 
the practice was to take place was 35,000 feet, within the Edwards restricted area 
and this region was confirmed as being free of turbulence by a T-33 flight prior 
to th6 IFR practice. The total fuel on boatd the U-2 at take-off was 690 gallons, 
the sump and auxiliary tanks being full and the remainder of the fuel, 295 gallons, 
being in the main tanks. 


1. A total of nine dry hookups were completed and terminated with a practice 
emergency breakaway by the U-2. The conditions were perfectly smooth at flight 
altitude and the boom operator stated that the contacts were the best and 
smoothest he had ever witnessed, in fact most of the contacts were made without 
the boom operator even having to maneuver his boom, the U-2 pilot just sliding 
gently into the contact position. At no time did the U-2 get out of the correct 
position while in contact, with virtually no lateral corrections and just minor 
vertical corrections on 2 or 3 occasions. On the very first contact the boom 
operator noticed slight fuel vapor escape from the U-2 receptacle which 
dampened the top of the fuselage for about one foot back from the receptacle. 
Thereafter he noticed no vapor either on contacts or disconnects. 

2. After the final breakaway, the U-2 dropped back and down and moved out to 
the right of the tanker and came alongside, some 200 feet off the right wing tip, 
very slightly forward and above. The U-2 had the gust control in the up position 
at this time as was the case from just after take-off. Speed during refueling 
practice was 200 knots IAS and as the U-2 came alongside was 210-220 knots IAS. 
The KC-135 captain did notice the wings of the U-2 flexing maybe one to two 

feet but the co-pilot remarked that the wing flexing was very slight as the U-2 
came alongside and then it was very stable. The navigator saw one little bounce 
of the wings and from thereon all was smooth. The co-pilot also noticed that 
the speed brakes were out when the U-2 was in formation but were retracted just 
before or as the climb was commenced. 


3, The U-2 stayed alongside for about one to two minutes and then commenced a 
climb, estimated as a normal climb for a U-2 by the KC-135 observers and as a pull 
up into the climb that produced less pressure on him than normally felt when 
rotating the aircraft after take-off by the U-2 pilot, 

4, Shortly after the U-2 started the climb away it disappeared from the captain's 
view and was visible by only the co-pilot and the navigator who were watching out 

of the right side of the tanker. It was visible to these two observers continuously 
until the moment of disintegration with the boom operator able to observe the 
condensation trail only. The co-pilot and navigator stated that, the U-2 climbed 
to about 500 feet to 1,000 feet above them, dropping back slowly before commencing 
a turn to the right although the U-2 pilot did state that he performed a right turning 
climb. As the U-2 had reached a 30 degree right bank the co-pilot noticed a fuel 
spray which appeared to be coming from the underside of the fuselage close to where 
the left wing is attached. The navigator also saw this, but thought the source was 
somewhere between the left wing root and one third of the way outboard towards 
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the wing tip. The navigator also noticed a smaller vapor stream from the left wing 
tip, but was not certain whether these vapor streams occurred before, or at the 
time of the breakup. Just one to two seconds later both of these observers saw 
what they thought was almost certainly the left wing of the U-2 break off at the 
wing root and fold up and back as one whole piece and drift from their view. 

The remainder of the aircraft rolled sharply to the right and started to rotate 
or spin. The co-pilot stated that the aircraft then virtually disintegrated, the 
only two portions recognisable being a large portion of the nose (He later 
pointed out a section on a model from the windshield forward. In fact it was the 
complete fuselage section forward of the wing leading edge) and the bare engine, 
just as one would see it on a test standwith pipes and accessories attached to 
it but nothing else and it appeared a yellow/gold color with no tail pipe attached. 

He, (the co-pilot) did not notice anything of the tail or the right wing. He 
later stated he could not be certain that it was the left wing that broke off initially 
because he thought that if that was the case, then the remainder of the aircraft 
should have rolled to the left instead of the right. However he reaffirmed the fact 
that it must have been the left wing because it broke off at the place he saw the fuel 
spray coming from and that because of his angle of view, he could not have seen the 
right wing break off at the root as well as he could have seen the left wing. 


5. After the navigator saw the left wing break off at the root ( which he said 
seemed to occur at the instant the aircraft started the bank to the right) he saw 
the aircraft roll more sharply to the right with a wobbling motion in a very nose 
high attitude and then maybe the right wing break in half or more, followed by just 
a thousand pieces, such as a jigsaw puzzle thrown in the air, the only distinguishable 
item being the bare engine with nothing attached to it, drifting slowly down and 
back from the tanker. 


6. The boom operator was watching the U-2 contrail (he has a 45 degree view to 
each side from directly aft) when the co-pilot shouted that the wing had come off. 
Shortly afterwards he saw debris come past his window with just one unidentifiable 
large piece and out of the debris appeared the pilot, sitting in his seat with his 
back mostly towards him and legs tucked in, just as if he was sitting in a chair, 
at about eye level. This was the only object the boom operator then kept his eye 
on. As the U-2 pilot drifted back and down he appeared to cross behind the boom 
operator. The pilot was just about out of his sight when he saw what he thought 
to be a small cloud of dust. The tanker then turned and the boom operator lost 
sight of the U-2 pilot until the next time around when he saw the chute deployed. 
At no time did the boom operator notice any fire. When he last saw the pilot 
there was debris around him and could not detect specifically the pilot/seat 
seperation. Very shortly after the break up of the U-2, the boom operator said 
over the tankers intercom system that he had the pilot. The tanker captain 
then broadcast the fact that they had a chute. This was corrected by the boom 
operator who told his captain he had the pilot but no chute yet. The tanker 
captain then broadcast this information. The boom operator may have seen the 
chute open but the first positive information came from the accompanying T-33 
aircraft, the pilots of which had been observing the refueling practice. At 
the moment of disintegration of the U-2, the T-33 was turning for home and 
was two miles from the incident. One T-33 pilot thought at first he saw 
three contrails above the U-2, then that the tanker was shooting flares then 
the realization that the U-2 had disintegrated. The other T-33 pilot saw 
what appeared to be a phosphor bomb explosion with a number of objects 
falling, trailing vapor and glowing for a second or so. 
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7. These pilots orbited the debris and spotted the open parachute with one 
wing falling leaf like about two miles from the pilot. The U-2 pilot was 
seen to touchdown and in fact waved to the T-33 to indicate that he was in 
good condition. There was a partial overcast in the area at the time and the 
T-33 pilots had difficulty in relocating the downed U-2 pilot due to mountainous 
terrain as well. However the U-2 pilot was transmitting on his emergency radio 
and the RC-135 was orbiting the spot squawking "mayday" on his IFF. A rescue 
helicopter was dispatched from Edwards main base within five minutes of the 
occurrence and the U-2 pilot returned to WRSP-IV within two hours. 
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CONCLUSIONS : 

1. The primary cause of the accident was the type of maneuver executed by the 
pilot . 

2. This maneuver was a right climbing turn at 35,000 feet at an indicated airspeed 
of 210-220 knots (mach no. 0.63-0.66) with the aircraft in the clean configuration 
and the gust control in the "UP" or "ON" position. 

3. The positive "G" applied by the pilot was within the limits designated in the 
pilot's handbook and the indicated airspeed was within the limit (240 KIAS) for the 
type of aircraft configuration. 

4. The left wing failed at the root at the same time as aileron was being applied, 
(left aileron down). This application of aileron, at the same time as positive "G" 
was being exerted, applied a twisting moment to the wing at the same time as it 
was subjected to a bending momemt at a high airspeed. The design characteristics 
of the wing are such that there is an aerodynamic tendency for it to twist leading 
edge up about the flexural axis. Downgoing aileron exerted an opposing twist and the 
resultant effect was that an additional up load was placed on the outer wing 
causing it to bend upwards and thus produce a levering moment about the root 
attachment which was the area of the initial structural failure. 

5. The location of the fuel at the time of the accident was in the sump and the 
auxilliary wing tanks, the fuel in the main tanks being exhausted. This placed 
the weight of the fuel mainly inboard on the wings, thus allowing the outer wing 
to bend further upwards, adding to the unfavorable wing bending moment exerted 
by the aileron and "G" forces. 

6. After the left wing broke away, the rest of the aircraft pitched nose up, 
yawed and rolled to the right. The forces exerted during this motion were such 
that the engine broke loose from it's mountings and through the lower fuselage. 
Gyroscopic forces would have been very powerful. The right wing, with a portion 
of the fuselage then broke away. Thus the complete middle of the fuselage was 
gone and the forward fuselage, (gear bay, Q bay, cockpit and nose) and aft 
fuselage, including all tail surfaces, (except the left horizontal stabilizer 
and elevator) were recovered as complete units. 

7. The left horizontal stabilizer and elevator were probably struck by the left 
wing as it came, off and have not been found. 


25X1A 

investigating UlTicer 
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IIFE SCIENCES COMMENTS AND RECOMMENDATIONS 


Ejection from the aircraft was elected when disintegration 
was obvious (pilot noted one wing had come off). His first action 

tion handlT 6 ^ 116 f jection Potion. When he reached for the ejec- 
tion handle, he automatically went for T-33 handles Th-i ino+l 

tively prompted action doubtlessly was due to numerous tors of ex' 
pen enoe squired in the T-33 as compared to theTSoVs M «oer 

inex^riencr^toafo ^ ln the D ' 2 ’ one «""<>* 

it is felT +h^ 1 purification ^ T-33 and IT-2 is necessary and 

craff and feinL^os^ the e seai°firing! he searsJ mV ^ &ir " 
without complication and evidence shows that no hanging^up^of tout 
seat pack and seat occured. Another automatic retoto ias ev?I 

rsir^trco^ e- rsw; ffr&rSs-- 

~L£T* i 

toctto^as to 18 “f ed °" the plloVs r ^ht. This automatic 
reaction was not unexpected. No recommendation is made to change the 

position of the D-ring. The tero lanyard causes lasto opening ?han 

tototo toivT JT eS ° ape - **-*!« f^tlon 0?"tSe 

liable to high e ,I" 1B relea3e a3s ™bly, is extremely re- 

liable for high altitude. When the pilot saw he was nearing the 

ground, he prepared for the landing. The landing was u^ventfS. 


torn Th^i 6 + descendin ^ the pilot noted that his right boot was 
_ h * ‘ h ® ^ oot was a standard ten inch black boot. However a knife 

posteriorly lateral to the left "sSte^, TCe tlf r \ PPe a 

Sr^Ste^^rflofoVtTe « ^“he 

« =( «- ~ 


A two inch gash and green paint on the right oifto nr + y,~ 
prto ^e3eoUon ed bU f etlng aircraft break-up 

had not lowered its viso^ clrift ? + ° St eVen th ° Ugh the pilot 

ia due primarily 1 ^ S^oe^f^ ^ retePW °" ° f 


could no^oSoS ^^^^^^ 0 ^ if 
creased oscillation. The pilot elected iot to cut the reH^ked’ 


alls and A fl?chr i b T n * S - lh ° l,ette was found ° n the Pilot's cover- 

i^ P 2^:\St^r.T;s - 
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the flight jacket, Chemical analysis showed the hole was burned by 
high velocity gas escaping from the release vent on the opening mech- 
anism. Although this caused no harm to the pilot on this ejection, 
it is possible that a hole could be burned in the pressure suit blad- 
der on high altitude ejection. That would be fatal to a pilot. 


During ejection, the Q-HU5 quick disconnect locking pin broke 
at the point of entry into the lock. There is evidence that the pull 
on the QD was indirect. The QD may have been hit by the lip of the 
front of the seat bucket, breaking the release pin and jamming the auto- 
matic oxygen pin. However, the pilot did have sufficient oxygen flow 
for descent because the initial pull on the QD activated his emergency 
oxygen supply. 


After landing, the pilot used his URC-10 radio to contact the 
rescue aircraft. His URT-21 rescue beacon was functioning automatic- 
ally and causing interference with the TJR0-1O operation until the pilot 
realized this and turned off the URT-21 beacon. 


In summary, the ejection was totally successful and all Pers- 
onal Equipment gear functioned normally. It is to the pilot's credit 
that he handled this entire emergency with complete composure and was 
at all times in control of the situation. No panic reactions were 
present at any time. He was at all time a, calm and "thought out" every 
move . I [ 


Major, USAF, MC 
Senior Flight Surgeon 


25X1 A 


Approved For Release 2002/06/18 : CIA-RDP74B00447R0001 0001 0064-1 



Approved For Release 2002/06/18 : CIA-RDP74B00447R0001 0001 0064-1 



Approved For Release 2002/06/18 : CIA-RDP74B00447R0001 0001 0064-1 



Approved For Release 2002/06/18 : CIA-RDP74B00447R0001 0001 0064-1 

'Umar 


RECOMMENDATIONS 
Recommendations of Investigating Officer : 

1. The "G" limitations as indicated by the flight strength diagrams in 
the pilots handbook be reduced when a rolling maneuver is being executed, 
particularly at higher indicated airspeeds. 

2. The fuel placement not to be such that a condition is arrived at 
whereby the auxilliary tanks are full and the main tanks empty. 

25X1 A 


Investigating Officer 


Recommendations of Senior Flight Surgeon, | | 

1. That ejection procedures for U-2 aircraft continue to be repeatedly 
stressed to pilots. 


25X1 A 


2. That parachute utilization training be stressed to re-emphasize the 
position of the D ring on our parachutes and cutting of red marked sus- 
pension lines during descent to reduce oscillation which allows directional 
control . 


3. That the canopy opening handle be redesigned to eliminate possible 
snagging of pilot's clothing or gear on ejection. 

4. That the prime contractor re-evaluate the lap belt with possible 
redesign to prevent explosive flash from causing damage to the pressure 
suit. 


5. That the prime contractor re-evaluate the Q-445 quick disconnect to 
insure positive action separation Z ) 


Senior Flight Surgeon 


25X1 A 
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STATEMENT WETNESS # 1 

1. On 25 February 1966 I was scheduled for a one hour refueling mission 
in A/C 342. Since it was a low mission I was wearing light weight navy 
flying suit with a T-shirt and long underwear, "jump" boots, flight jack- 
et and P-4 helmet. Briefing, pre-flight, cockpit check, start and taxi 
were normal. Before take off the seat pin, canopy jettison guard and 
seat kit pin were removed; the low altitude escape lanyard was attached. 

Take off at 0930 was normal. During the climb check I unlatched the low 
altitude escape lanyard, selected the gust position and switched the main 
t&nk pressurization switch from repressurize to normal. 

2. I climbed to FL350 at a low power setting. During the climb I noted 
that the trim was 8 degrees nose down which was unusual for 342 but not 
for the fuel loading and eg for this flight. The tanker performed a 
perfect rendevous at approximately 0950. I moved into position and made 
approximately 9 dry hookups. All the contacts appeared to be smooth and 
normal. The cockpit refueling lights also appeared to be working normally. 
At approximately 1015 I performed a practice breakaway to the right, 

3. After the breakaway I pulled up to the right side of the tanker to 
assure the pilot I was clear of his aircraft. I was approximately 300 
feet to the right, slightly above and ahead of the tanker. I was in this 
position only a minute or so. During that time I was indicating about 
210 knots, had the speed brakes out, gear up and was still in the gust 
position. 

4. I retracted the speed brakes and initiated a climbing turn to the 
right away from the tanker. As soon as I started adding aileron I felt 

a slight shudder and immediately thereafter heard a loud crunching noise. 
Immediately I was completely out of control of the aircraft and being 
tossed vigorously about the cockpit. My first instinct was to right the 
airplane but the yoke had no affect. I looked out the right side and 
saw that the right wing was gone. I assumed the proper ejection position 
and reached for the T-33 ejection handles. I realized my mistake and 
reached for the U-2 ejection "D" ring. Although I was still being thrown 
about the cockpit I had no trouble reaching or pulling the "D" ring. 

The canopy appeared to eject normally; however, I felt very little impact 
when the seat fired. The next thing I remember I was tumbling in space 
and free of the ejection seat. 

5. I tried using the sky diving technique to decrease the tumbling and 
it worked better than expected. I couldn't force myself to wait for the 
automatic timer since I had no idea of my altitude. I reached for the 
parachute "D" ring over my heart and nearly panicked to find it missing. 

I immediately found it on the right side and pulled it with both hands. 

I felt a relieving but definite jolt when the chute deployed. 

6. On the way down I was swaying profusely in about a 90 degree arc ; . 

I was very cold and becoming nausious. I could see debris from the air- 
plane floating down all around me into a cloud deck below. My wrist 
watch showed it was approximately 1023. Since I had taken off with a 
wind of nearly 25 knots I was preparing for a rough landing. I tight- 
ened my helmet chin strap, used the seat kit release handle to extend 
the survival kit below me and removed the parachute release guards. 

The cloud layer was very thin and only a couple thousand feet above the 
ground. The terrain looked very mountainous and rough. I was drifting 
backwards when I hit heels first but was able to immediately release the 
chute. Although I took a good jolt on the back of my head, I was conscious 
and mobile and quickly got out of the parachute harness and waved that I 
was OK to the T-33 that had followed me down. I made contact with the 
tanker on the UBC 10 but was unable to read them because of a background 
signal caused by the URT 21. I also used the URC 10 to help guide the 
rescue helicopter and I was safely on my way out within an hour of the 
time of the accident. 


25X1A 



^irr ranre / 


25X1 A 
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STATEMENT 


25 February 1 966 


CREW POSITION: Aircraft Commander, KC-135 Aircraft 


25X1 A 


25X1 A 


25X1 A 


25X1A 
25X1 A 


25X1 A 


1. I M 

having first been advised that the purpose of this investigation is nor 
to obtain evidence for use in disciplinary action, or for determining 
pecuniary liability or line-of-duty status, or to revoke commission or 
remove from the active list under the provisions of AFR 36-2, or for use 
before a Flying Evaluation Board, but rather is to determine all factors 
relating to the accident /incident, and, in the interest of accident pre- 
vention, to avert recurrence, do hereby make the following voluntary 
statement . 


2 . 


Aircraft Commander, 


KC-135 for three and one half years, 2900 hours flying time, 1900 in 
KC-135 occupying pilot's position, left seat KC-135, 59-1513 on 25 
February 1966 at approximately l8l8Z when 


disintegrated in flight. 


3. Aft er approxim at e ly :30 minutes of practice air refueling with U-2 


aircraft , 


_ in Restricted Area R 2508 at FL 350 the receiver air- 
craft called a practice breakaway which was successfully completed. He 
then pulled up besides the KC-135 and flew formation at 220 KIAS for a 
couple of minutes. Next he started a 9 li, nib and disappeared from my 


said, "his wing is 


sight almost immediately the co-pilot, ( , 

coming off", I said, "what?", reply "his wing is co ming off, he's in a 
spi n, he's d isintegrating", at which time I call ed 
and 


had disintegr ated in 
left the 


a chase plane and told them 

flight. IT’proceed down flying cover at 12,000' until 

Area with low fuel. Then I went down to 85OO' just above the cloud 
tops. I made UHF contact on 243.0 with the pilot but could not under- 
stand him until I could get him to turn off his personal locator beacon 
which was transmitting on the same frequency (243.0 Guard). I made 

1 1 if 


several calls to and to recovery "choppers" and again to 

1 [ another chase that was scrambled. After the pilot pickup I was 
released to return to my home base. 

4. I do not know why aircraft disintegrated. Also, there is a need to 
brief pilots on the fact that locator beacon will jam emergency radio 
if not turned off prior to transmission. 

5. The above statement is true to the best of my knowledge and belief. 


WITNES 
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25X1A 


25X1A 

25X1A 

25X1A 

25X1A 

25X1A 


25X1 A 
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STATEMENT 


25 February 19 66 

CREW POSITION: Co-Pilot, KC-135 Aircraft 

25X1 A 1. I 903rd Air Refueling Squadron, 

having first been advised, that the purpose of this investigation is not 
to obtain evidence for use in disciplinary action, or for determining 
pecuniary liability or line— of— duty status, or to revoke commission or 
remove from the active list under the provisions of AFR 36-2, or for use 
before a Flying Evaluation Board, but rather is to determine all factors 
relating to the accident /incident , and, in the interest of accident pre- 
vention, to avert recurrence, do hereby make the following voluntary 
statement. 

25X1 A 2. I am i | KC-135 co-pilot, 600 

hours total time, about 4 00 in this type airplane, location in plane 
was co-pilot position. 

25X1 A 3. I am I I On 25 February 1966, 

I was co-pilot on a KC-135 at the time of the accident. I have 600 
total time of which 400 are in this type airplane, and I have been a 
tanker co-pilot for approximately 9 months. At the time of the accident, 
I was in the co-pilot's seat looking directly at the other aircraft. 

The aircraft had finished practicing, and had pulled up on our right 
wing to fly formation for about 1 minute. Then he pulled up in what 
appeared to be a normal takeoff attitude for this aircraft for what I 
thought was his climb back to altitude, then started a right bank. I 
was looking at him all the time. The first thing I noticed was fuel 
spray after his initial pull up, and it appeared to be coming from under- 
neath the aircraft slightly aft of the wing, but very close to the wing 
root where it is attached to the fuselage. I didn't think this odd 
because I've seen these type aircraft takeoff before and known them to 
siphon a little fuel and I didn't know where the fuel port or salve 
drain was. The next thing I observed happed about 2 seconds after I 
noticed the spray. His left wing buckled at the wing root and went 
up and over the top and back of the plane. Next the airplane started a 
moderately fast roll, almost a spin, to what I recall to be to the right. 
Almost immediately the airplane seemed to tear apart in all directions 
and then began to fall behind us. I noticed two main parts of the plane 
(along with all the small debris), the engine, and a large section. of the 
nose which seemed to be pretty much intact j everything else just dis- 
integrated. In my opinion, the aircraft was due to structural failure 
of the airplane. It was not an explosion but more of a gradual disin- 
tegration which increased rapidly when the airplane started rolling. 

4. Omitted. 


25X1A 

£-3 


25X1 A 


5. Th e abqve statement ,is true to the be st of my knowledge and belief. 
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STATEMENT 


25 February 1966 


25X1 A 


25X1 A 

25X1 A 
25X1 A 


25X1 A 


CREW POSITION: Navigator, KC-135 Aircraft 


1 m x 903rd Air Refueling Squadron, 

having first "been advised that the purpose of this investigation is not 
to obtain evidence for use in disciplinary action, or for determining 
pecuniary liability or line— of— duty status, or to revoke commission or 
remove from the active list under the provision of APR 36-2, or for use 
before a Flying Evaluation Board, but rather is to determine all factors 
relating to the accident/incident , and, in the interest of accident pre- 
vention, to avert recurrence, do hereby make the following voluntary 
statement . 


2. This is 


Navigator on KC-135 "with 


7 years rated ser vice, 
watching 


I was standing behind the co-pilot's seat 
at the time of the accident. 


3. Call Sign 


had just pulled abeam our right wing. 


At this 

time a few comments were made between cockpits about the wo pderlvO- ^ job 
of refueling which he had just completed. Then I observed 


climbing after a short climb he started a slight turn to the rignr. 

I observed fuel or vapor coming from the left wing. Right then the 
left wing buckled at the base of aircraft and left the aircraft. The 
aircraft, then proceeded to disintegrate. I lost sight of the pieces 
as they passed too far behind the aircraft. After a turn, we spotted 
a parachute and hovered until aid arrived. 


k. I have no opinion as to why the left wing would come off the 
aircraft . 


5. The above statement is true to the best of my knowledge and belief. 


WTTNES 




SIGNATURE 




"" 




25X1A 


25X1A 


c ' 

/- - 


i 
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STATEMENT 


25 February 19 66 


25X1A 


25X1A 


25X1 A 


25X1 A 


CREW POSITION: Boom Operator, KC-135 Aircraft 


1. I, 


903rd Air 


Refueling Squadron, having first been advised max me purpose of this 
investigation is not to bbtain evidence for use in disciplinary action, 
or for determining pecuniary liability or line-of-duty status, or to 
revoke commission or remove from the active list under the provision of 
AFR 36-2, or for use before a Flying Evaluation Board, bur rather is to 
determine all factors relating to the ac cident /incident , and, in the 
interest of accident prevention, to avert recurrence, do hereby make the 
following voluntary statement. 


2. I, 


age 37 , boom operator on 


Crew J-75, with seven (/( ) years experience and 1800 flying hours. I 
was the boom operator on KC-135A, 59-1513 on 25 February 1966 . 

3. I heard the co-pilot call on interphone "he has lost a wing". At 
this time I was watching out the right si de of the aircraft from the 
boom pod and had the. contrail of in sight. Almost the instant 

the co-pilot made the statement above, I saw debris and the pilot of 
|~~~| 1 watched him to see if the parachute was going to deploy but lost 

sight of him as our airplane made a turn. 


4 . I completed approximately nine ( 9 ) hry conta cts with 
all the contacts were in my opinion, excellent. 


and 


|was very 

stable, in fact was one of the most stable receivers 1 nave every made 
contacts with. I do not know what caused the accident. 


5 , Th e aboye statement is true to the be st of my knowledge and belief. 
WITNESS . 0 


SIGNATURE 


XT 


25X1A 


25X1A 

25X1A 


25X1 A 
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STATEMENT 


25X1 A 


25X1 A 


m 


25X1 A 


25X1 A 


2 March 1966 


a T-33A with a call STgn of 
had. gone very smoothly. It 


and myself had observed the refueling operations in 


had been 1 


The entire pr actice refueli ng operation 
noted by both | myself 

SKI indicat edlirspeed toi^'the refueling had been 197 Knots. At no 

_ _ 1 9AA VTMS fPVia VO-Pllol 1 na 


time was th7 ^ curv ed to be above 200 KXAS. The refuel!^ U-2 

' 1 informed the tanker that he would make a break- 


whose call sign was 


away maneuver during his last hookup 


Upon completion of this heinfo rmed 

the^tanker that he would come up along their right side. this time^[^_^ 

was flying the T-33 from the rear cockpit and he turned ti^se^abdut 

thirty degrees to the left and commenced a gentle descent towards North Base. 
I was looking toward North Base when I heard a radio transmission that caused 
me to look in the direction of the tanker. Slightly behind and about the 
same altitude as the tanker it appeared as though a phosphorus shell had 
exploded. I would estimate our position at this time as about one to two 
miles left of and five thousand feet below the tanker. A number of o j 
were falling in the sky in the area where it appeared that an explosion had 
occurred, leveral of these falling objects appeared to be trailing smoke or 
vapor for a short time and the ones trailing smoke or vapor appeared to have 
a phosphorescent glow which lasted for only a second or so. This ^PP^ed 
to be fire At this time I took control of the airplane and turned towards 
the faUing otjeits one of which appeared to be larger than all oi the others 
and falling more slowly. As we got closer to this object it appeared to 
£ orSfw^s. Fr™ this time on no falling objects other than the pilot 

and this wing were observed. I co mmenced circling in the genial area^ 

1 1 spotted a descending parachute 


25X1A 

25X1A 


vainer object when I I spotted a descending I then 

took up an^orbit arourd the parachute and once passed close enough to seethe 
pilot Tav^to us. X continued this orbiting until the pilot was about to 

enter the edge of an undercast. During the descent | t K miles 

observed the falling object enter the midercast at “ estimateu uwo mil s 
rii stance from the pilot. Also during the descent and just prior to the pitot 
entering the undercast we observed the seat pack release and hang below the 
Slot Just as the pilot entered the undercast I headed the airplane towards 
the the edge of the undercast and upon reaching the edge I made a turn an 
heard I say, "There He Is". Just then I saw the pil ot end para- 
chute touch down. 1 headed the airplane towards this area and | 

and I both observed the pilot on the ground. I made several more passes in 
area of the downed pilot before v fuel state requires me to return to 

North Base for landing. 


25X1 A 


25X1A 


25X1A 


25X1 A 


- 


^WTUTies^y 
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STATEMENT 


25X1 A 


25X1 A 


25X1 A 

25X1 A 

25X1 A 

25X1 A 


28 February 1966 


1, I was flying in a T-33 with 


off the wing of the 


KC-135 and the U-2 during air reiueiiug un du February 1966, We had 
taken off one hour prior to the U-2's departure, and climbed to 
35,000 feet in the refueling area to check the weather. The air was 
smooth with no turbulence and there was none during the refueling 
period. 


2, The U-2 was airborne at 0930L and the first dry hook-up with 
the t anker wa s made at 0950L, All of the succeeding hook-ups were 
dry, would hold his position on the tanker for two or three 

minutes and then back off and come in for another hook-up. All of the 
hook-ups were accomplished with no problems encountered. In fac t, on 


about three hook-ups the boomer held the boom steady and 
into the boom for his own hook-up. 


flew 


3, I would guess made 8 or 10 hook-ups from 0950L to 1020L. 

He called for a breakaway on the last one and pulled back and off to 
the right of the tanker. This was not a rapid maneuver in any sense 
of the word as we had pulled away from the tanker and were about a 


mile and a half to the side and 3,000 feet be 
some conversation between us, the tanker, and 
up. 


nw it. 


Also there was 
about the hook- 


4. As I looked up at the other two aircraft the U-2 was above and 
to the right side of the tanker. I thought at first I saw three 
contrails above the U-2, then I thought the tanker was shooting flares, 
and then I realized the U-2 had disintegrated. There had been no 
indication of the U-2 having any problems prior to this. It appeared 
from my position that the U-2 had exploded. At the same time the 
tanker crew called that a wing had come off of the U-2, We called 
[ Hat the same time and informed them of the accident. 


5. We started to circle the area and made about two orbits when we 
spotted the parachute below us. Directly below the chute was a wing 
falling somewhat like a leaf. We of course kept watching the chute and 
lost t rack of t he wing. There was an overcast with the tops at 8,000 
feet. deployed his survival equipment about 2,000 feet above 

the clouds in preparation for his landing. During his descent he was 
swinging back and forth quite a bit. He disappeared in the clouds 
so we swung to the east about a mile where it was clear and came in 
under the clouds. We spotted 


sitting on the ground and he 


appeared to be in good shape. The tanker had descended to the tops 
of the clouds and set up an orbit over the pilot. They were able to 
talk to each other on the emergency frequency of the UHF radio. Our 
fuel was getting low so we returned to Edwards and landed. 



/- 


25X1 A 


25X1A 


25X1A 


25X1A 


7 
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I 1 ACCIDENT/INCIDENT CLASSIFICATION (Check one) | 


Major Minor 



Flight Accident Resulting in Aircraft Damage 

1 ] □ 

Accident Not Resulting in Aircraft Damage 

□ 

Aircraft Non-flight Accident 

□ □ 

Air Force Aircraft Incident 

□ 


N800X 


U2F 


4. Assignment /Status Code (AFM 65-1 10) 

N/A 


1 1 ' ALTITUDE 
DATA 

Cleared Alt. MSL 

35,000 F , 

Altitude above terrain acdt se- 
quencebeg a „2 9j000 ^ 

_L 

Altitude MSL impact point 

5,000 F . 

r J i r 

Highest altitude MSL flown 

36,000 

Time flown highest alt. 

Hrs. Min. 01 

1 2. Fire and exp 

osion data 

1 

3. Airfield data: Applicable to takeoff and landing accidents occurring within 2 miles of airfield 



5. If aircraft was being ferried or delivered indicate gaining and losing organizations, date of transfer, ultimate destination, 

N/A 


6. CLEARANCE: 

From . Edwards AF B (Local ) 


7, Filed: 


VFR 


X 


VFR — ON TOP _ 


8. Flight reference at time of accident 

X 


Airways _ 


(Controlled )_ 


Contact _ 


Instrument 
Actual . 


Other 


a. Fire: 

None X Inflight Ground 

Result of grd. impact? Yes No_ 

b. Explosion: 

None X Inflight Ground — 

Result of grd. impact? Yes No. 


9. Duration of Flight 


Hrs. 

0 


Mins. 

50 


1 0. Mission of flight 

In flight refueling 


Field elevation in use 

Length of runway in use . 
Length of overrun . 


Composition of rnwy. Asphalt. 
Other ( Specify) 


Concrete . 


Distance of touchdown from runway _ 
Heading of runway ^ 


. Ft. 
. Ft. 


Composition of overrun ( Specify) 

Surface condition. Dry Wet |cy. 

Other ( Specify ) 


Conditions affecting occurrence; e.g., type of instrument or lighting approach aid used, obstructions, barrier, airspeed, gross 
weight, forced landing 


14 . (If answer is "Yes,” to either question, discuss under item 11, AF Form 711) 

Violations f j Yes |K 1 No Breaches of air discipline |~~ | Yes No 


15. PHASE OF OPERATION: e.g. take off roll, initial climb, normal flight, acrobatics, 
landing approach, flareout 

Normal flight 


16. TYPE OF ACCIDENT: e.g. gear-up landing, mid-air collision, abandoned aircraft, 
fire or explosion in flight, undershoot, overshoot 

Structural Failure 


Sky conditions 

Clear 

TA 


TIME /> 

ND PLACE OF ACCIDENT: (If a factor in the accident, attaa 

statement of weather officer) 1 


Visibility 

Unlimited 

Wind direction and velocity 

265° 60 Knots 

Temperature 

-57°G 

Dew point 

-65°C 

Alt. setting 

29.92 

Other weather conditions | 

None | 


PILOT! SI INVOLVED f FLIGHT CREW) 


18. OPERATOR ( Person at controls at time of accident) 
a. LAST NAME (Jr., II, etc.) FIRST NAME MIDD1F NAAAF 


HU5IIIUN IN AIKCKAN Al UMfc Uh ACUDtNI 

Front or Left Seat X 


Rear or Right Seat _ 


d. ASSIGNED ORGANIZATION 

Subcommand or AF 


GRADE 

CIV 


SERVICE NUMBER 


c. ASSIGNED DUTY ON FLIGHT ORDER 
AC IP p X 


NATIONALITY 

USA 


YR. OF BIRTH 

1929 


cp_ 


Other ( Specify ) _ 


Major Command 

N/A 


N/A 


Air Division 

N/A 


e. ATTACHED ORGANIZATION FOR FLYING 


Wing 


N/A 


Group 

N/A 


Squadron or Unit 

WRSP-IV 


Edwards AFB, Calif 


Major Command 

N/A 


Subcommand or AF 

N/A 


f. ORIGINAL AERONAUTICAL RATING 
AND DATE RECEIVED 

Pilot 13 Sep 1952 


19. OTHER PILOT 
a. LAST NAME (Jr., II, etc.) 


Air Division 

N/A 


Wing 


N/A 


g. PRESENT AERONAUTICAL RATING 
AND DATE RECEIVED 

FAA Commercial Pilot 


Group 

N/A 


Squadron or Unit 

N/A 


h, INSTRUMENT CARD 

Type FAA 


Date of expiration Tilde f 


Base 

N/A 


Primary. 
Duty 


N/A 


FIRST NAME MIDDLE NAME 


b. POSITION IN AIRCRAFT AT TIME OF ACCIDENT 

Front or Left Seat Rear or Right Seat Other. 


d. ASSIGNED ORGANIZATION 


COMPONENT 


SERVICE NUMBER 


c. ASSIGNED DUTY ON FLIGHT ORDER 

AC IP P CP. 


NATIONALITY 


Other (Specify )_ 


Major Command 


Subcommand or AF 


e. ATTACHED ORGANIZATION FOR FLYING 


Wing 


Group 


Squadron or Unit 


Major Command 


Subcommand or AF 


f' ORIGINAL AERONAUTICAL RATING 


Wing 


g. PRESENT AERONAUTICAL RATING 


Group 


Squadron or Unit 


h. INSTRUMENT CARD 
Type — 


Date of expiration _ 


i. AFSC 
Primary. 
Duty 


NOTE: IF MORE THAN TWO PILOTS ARE INVOLVED (FLIGHT CREW) REPORT SAME INFORMATION REQUIRED ON ADDITIONAL SHEET FOR EACH, 


AF D ? C R “ 711b 


PREVIOUS EDITION OF THIS FORM IS OBSOLETE. 
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FLYING EXPERIENCE (Attach copy of AF Form 5 for Pilot ( s) involved as outlined in APR 127-4.) 


ASSIGNED DUTY ON FLIGHT ORDERS: 
pj-y L £Giv e last names only. List all flight times to nearest hour.) 


a. Total flying hours ( Including AF time, student and other 
accredited time): 


b. Total Jet Time: 


c. Total 1st Pilot/IP hours, all Aircraft: 


d Total Weather Instrument Hours: 


Total 1st Pilot/IP hours this Model: 


f. Total 1st Pilot/IP hours last 90 Days: 


g. Total 1st Pilot/IP hours last 90 Days this Model: 


h. Total 1st Pilot/IP hours weather and hood last 90 Days: 


i. Total Pilot hours night last 90 Days: 


j. Total Pilot hours last 30 Days: 


k. Total 1st Pilot/IP hours last 30 Days: 


L Total 1st Pilot/IP hours last 30 Days this Model: 


Dat< ? an d Duration last .previous flight this Model21 Feb 66 


n. Date of last proficiency flight check: 

21 . — — ” 


4270 


3761 


3761 


289 


1373 


57 


28 


10 


34 


14 


18 


12 


2 Dec 65 


CAUSATIVE AGENCY 


Cause Factors (Check one primary and all applicable contributing and probable factors.) 

Primary Contributing Probable 

Operators 

Pilot X 

Co-Pilot 

Controller (Drones) 

Crewmembers ( Other than Operator ) 

( Specify) 


Supervisory Personnel 
( Specify) 


Maintenance Personnel 

Type of pers. and orgn. level 


Other Personnel 

( Specify) 


Primary 


Contributing 


Materiel Failure or Malfunction 
Engines 
Airframe 
Landing Gear 

Other / Specify J 


Airbase or Airways 
Weather 

Misc. Unsafe Conditions 
( Specify) 


Undetermined | I 


22. 

1 

DAMAGE 



Damage to Aircraft 

fxl Destroyed Q Minor 

O Substantial | | None 

Damage Beyond Economical Repair 

[%| Yes | ) No 

Manhours to Repair 

N/A 

Cost (Est.) 

N/A 

$ 

I description ot damage f Describe briefly extent of damage to aircraft and any property damage incurred) 




Aircraft was damaged beyond repair. Aircraft disintegrated in air. Aircraft fell in 
uninhabited area in mountainous terrain,. Slight property damage incurred while 
recovering aircraft parts, no claims expected. 


25X1 A 


AUTHENTICATION (Signature and grade) 


Maintenance Officer 


AACS Representative 


Accident Invests 


Medical Officer 


AWS Representative 


Approved ForRelease 2002/06/18 : CIA-RDP74B00447R0001 0001 0064-1 


AF S 711b 


U S. GOVERNMENT PRINTING OFFICE : 1963 OF-669740 


Page 2 



































































Approved For Release 2002/06/18 : CIA-RDP74B00447R0001 0001 0064-1 



Approved For Release 2002/06/18 : CIA-RDP74B00447R0001 0001 0064-1 





Approved For Release 2002/06/18 : CIA-RDP74B00447R0001 0001 0064-1 


2. 


SPECIAL REPORTS DATA 

a. Were Previous UR's 
Involved? 

Submitted on factor(s) 

b. No. and Date of UR’s Submitted as Result of This Accident (Attach copy) 

LD Yes 

0No 

None 

c. Is TDR Requested? 


d. No. of T.O.’s Not Complied With at Time of Accident (List T.O. Nos. and titles on 
separate sheets) — Tab K) 

Dvei 

(H No 

See attachment 


AIRCRAFT MAINTENANCE/MATERIEL REPORT 

Use this form when AF aircraft accident/ incident involves inadequacy, malfunction or failure of AF materiel. 


1 . AIRCRAFT TM & SERIAL NUMBER 


56-6675 

U-2F 


Hem 

Identification of Aircraft/Part, etc. 

Air Force Acceptance Date 
Total Flight Hours 
Last Overhaul Date 

Overhauling Activity (Name and location) 

Hours Since Overhaul 

Hours Since Last Periodic Inspection 


Date of Last Periodic Inspection 
Type of Last Periodic Inspection 


AIRCRAFT HISTORICAL DATA 

Aircraft 

56-6675 (U-2F) 

18 AUG 56 

2961 ■ 6 

29 AUG 64 

L.C.C, VAN MJYS, CAL. 

561.3 

106.1 


20 MOV 65 

200 HOURS 


Part, Component or Accessory 



Hours Since Last Major Overhaul 


Date of Last Overhaul 
Overhaul Activity 


Date Last Installed 


Hours Since Last Installed 


Date of Last Periodic Inspection 


Type of Last Periodic Inspection 


Fuel (Type and octane rating) 




5. FIRE DATA 

(To be completed when fire or chemical explosion occurs, not resulting from ground impact. Indicate: P — Probable or K — Known, in squares below.) 


a. MATERIEL FAILURE CAUSING THE FIRE 


IGNITION SOURCE 


COMBUSTIBLE MATERIAL 


Electrical System 

Fuel System 

Hydraulic System 


Pneumatic System 


Extinguished Fire 


No Effect When 
Discharged 


Activated but Did Not 
Discharge 


Propulsion System 

Other (Specify) 


Electrical System 
Pneumatic System 

Propulsion System 


Static Electricity/ 
Lightning 


Electrical Insulation 


HESHHI 




AIRCRAFT FIRE EXTINGUISHING SYSTEM 
~Hxed j Portable I 


Not Activated and Not 
Near Fire 


Fixed Portable 


Hydraulic Fluid 
Lubricating Oil 

Other (Specify) 


FIRE/OVERHEAT WARNING 


Fire Detector Overheat Indicator 


Other Pertinent Info. 



Not Activated but 
Near Fire 


Extinguished Fire 


Reduced Fire 


No Effect 


Not Accomplished 


Unknown 


SHUT OFF PROCEDURE 


Other ( Specify ) 

RESULTS OF ALLOWING FIRE TO BURN OUT 


Catastrophic 


Increased Severity of Mishap 


No Change in Severity of Mishap 


Unknown 


r*uu!7rtlra! 1 3Sui r/3 rTTTrT 


PREVIOUS EDITION Of THIS FORM IS OBSOLETE. 


S5!TOTO!?ZfS®BIT!®r!r!T5Ti?f!fiffH?f!TiTRT!f!T»?riTiwi 

































Baggage Compartment 


Bomb Bay 


Cockpit/Crew Quarters 


Engine Section 

~ 


prnawea 



LOCATION OF INITIAL FIRE 


ease 


Aft of Firewall 
Forward of Firewall 
Rocket Pod 


| Tire /Wheel /Brake | | | Unkn 

JAISCELLANEOUS CHEMICAL EXPLOSION DATA 




Cargo-Passenger Compartment 


Other (Specify) 


Initial Ignition Occurred in an Explosive Manner Prior to Ground 
Impact. 


Intensity of Explosion Was Sufficient To Cause or Appreciably 
Contribute to In-Flight Airframe Break-Up. 


Other Significant Data (Specify) 

Explosion Occurred Subsequent to Ground Impact. | Unknown or Nat Available. ' ' “ 

8 AIRCRAFT MAINTENANCE OFFICER’S ANALYSIS AND SPECIFIC ACTION TAKlN 

relationship of the various components to the accident. Describe specific action taken. For Fire Data describe the fir. and/or chemical explosi~ 
manufacture t u deficiencies, malfunctions of fire detecting and extinguishing equipment, or questionable procedures. When discussing specific equipment, give the name of 
manufacturer, part numbers, etc., and state whether or not a UR has been submitted. Include any additional information or opinion of possible value to future technical analysis of this report. 


Explosion Occurred After Fire and Before Ground Impact. loiher Sianiflront l Wn /WtM 


A U.S, GOVERNMENT PRINTING OFFICE : 1963 OF— 669569 
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ACCESSORIES AND POSITION 


AC FT TIME 

SERIAL NO. OR PREV 


M&W. INC. 2-62 7.500,800 
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t^ATE FROM TO 


LOCATION 

FAF8> 

syry 

DATE DISCD 

Zlf vW H 

DISCREPANCY 

Flap fASd/CFToA 

REP 

ORT NO. 


.CntYgl *T ~ £t* ut> 


CttfT FB'fUFAit^b Th 


FLftPC IftirfiG *icT J*rttcA£. 


25X1 A 


25X1 A 


25X1 A 


25X1/N 


//0 £U£Hi 


TMS 

y-2P 


SERIAL NO. 


3VZ 


CORRECTIVE ACTION 

r fir I to Ft ft PS ZEMEM 


T/MFS /A/m G(l$T ± COT CMcJL!lP_ ^lL 


hK. fiSGUGST CttecK 0 M FIE X T.. f : U( 6&T 


Tfl S££ //- IT RLPCUftSS- 


DATE CORRECTED 

Zh-Fe?&-6 6> 


INSPECTED BY 


SYM 

DATE DISCD 

?4 -FPj5~ 6 h 

— L 

DISC 

:repancy 

REPORT NO. 

CORRECTIVE 

ACTION 





PffFPl ./ -C*#T~ DV& 

PREnu,nr <■/«/ 


/ 





UA 1 fc UUKNtt 1 tU 

2'3-rtS'- lt> b 

f 


INSPECTED BY 

W- 

DATE DISCD 

2. j F*?£>£ / 

DISCREPANCY 

REPORT NO. 

' 

CORRECTIVE ACTION 

J 

cc F fa tet/FFd dnjk 7~ # 

p.C f. CA££-’£?> & tF.Fr * : ' 

£ ^ 

Pu r-i Ce# Tst / A *q r£. 

. , - . ■ ■ 



. 





DATE CORRECTED . . 

2? 66- 

t: 


CORRECTED BY 


SYM/ 

DATE DISCD 

S3 y cJ> && 

DISCREPANCY 

- Fla A S' jry-A /fc"> 

REPORT NO. 

CORRECTIVE ACTION v 

* r- ,sj ■ / r as ro /? ‘ ‘ ir a‘ / • 

A 

T — COH 

£a!£JEA QtlET 

fT'. R B h\b\f£D ' FBF /-A?. CEO 

C&Mr&bC A&r&ilNt Tb fA/ASj)> 

?/=>F)OQ$ tMi?l c..n>?~D R : 


s/AJ IM £L ? n 7 o ^ - UL 1 — 


/ 

SMl For F! 2^0 83 -8 


7 

DATE CORRECTED 

s u - fp nr 13 • 6> Ip 

A 



INSPECTED BY 


A „ TO form 781A previous editions OF THIS , MAINTENANCE DISCREPANCY/WORK RECORD 

" r 1 u DEC 61 FORM MAY BE USED. 


25X1A 


A? C&O (4-23-02) 7MM 
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FORM 701 a PREVIOUS EDITIONS OF THIS MAINTENANCE DISCREPANCY/WORK RECORD 
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25X1A 


A F FORM 711c 

Service Bulletins not complied with at time of accident: 
S/B NO. TITLE 


984 

1006 

1022 

1028 

1045 


Wing Hole Covers - W.S. 160 
Improved Canopy Latch Handle 
Nitrogen Bottle Gage - Relocation 
Stall Strip Drain Hole and Tube 

Monitor of Autopilot Manual 


Addition of 
Disconnect 


Approved For Release 2002/06/18 : CIA-RDP74B00447R0001 0001 0064-1 







£FOCM-iRDP74B0044: 

TRANSPORT 

(VSE REVERSE FOR TACTICAL MISSIONS) 


AIRCRAFT WE 


MISS10N/TR1P/FLIGHT/N0. 


* ALLOWABLE 
GROSS WEIGHT 


TOTAL AIRCRAFT 
WEIGHT (Ref. 11) 


OPERATING WEIGHT 
PLUS ESTIMATED LANDING 
FUEL WEIGHT 


OPERATING WEIGHT 
(Ref. 8) 


ALLOWABLE LOAD (Ref. IS) 
(use SMALLEST figure) 


* PERMISSIBLE 
C. G. TAKEOFF 


* PERMISSIBLE 
C. G. LANDING 


1 LANDING 
FUEL WEIGHT 


LIMITATIONS 


TAKEOFF 




LIMITING 
WING FUEL 

' ' ' BASIC AIRCRAFT(^Vot7i Chart C) 


OIL ( Oal.) 


CREW (.No.) 


CREWS BAGGAGE 


STEWARD'S EQUIPMENT 


EMERGENCY EQUIPMENT 


EXTRA EQUIPMENT 


OPERATING WEIGHT 


TAKEOFF FUEL ( Oat 


WATER INJ. FLUID ( Oai 


TOTAL AIRCRAFT WEIGHT 


DISTRIBUTION OF ALLOWABLE LOAD (PAYLOAD) 


LOWER COMPARTMENTS 


PASSENGERS 


BUB 

■■■■I 


To (% M.A.C. or IN.) 


TO (% M.A.C. or IN.) 




HiuiiHSSfiBISSuni 

SSBBESS33S33SSS 

■■■iHUHHnnnMH 



TOTAL FREIGHT 


TOTAL MAIL 


COMPUTER PLATE NUMBER (If used) 


1 Enter constant used. 

* Enter values from 
current applicable T. O. 

* Applicable to gross 
weight (Ref. 15). 

* Applicable to gross 
weight (Ref. 18). 

s Ref. 9 minus Ref. 17. 


BEBBsmauiB 

EHMHUnJH 


FWD 

BELLY 

AFT 

BELLY 









CORRECTIONS (Ref. 14) 


SBSBB5BBBSSSBSSSS 



13 TAKEOFF CONDITION (Uncorrected) 


14 CORRECTIONS (If required) 


13 TAKEOFF CONDITION (Corrected) 


1 6 TAKEOFF C. G. IN % M. A. C. OR IN. 

17 LESS FUEL 

18 LESS AIR SUPPLY LOAD DROPPED 


19 MISC. VARIABLES 


20 ESTIMATED LANDING CONDITION 


21 ESTIMATED LANDING C. G. IN % M. A. C. OR IN 


COMPUTED BY 


WEIGHT AND BALANCE 
AUTHORITY 


■I 

SSSSS33SS3SS 

«■■■■■■■■■■ 


TOTAL WEIGHT ADDED + 


NET DIFFERENCE 

(Ref. 14) 


DD 
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SUBJECT, ARTICLE 3^2 ACCIDENT INVESTIGATION 
ENGINE EXAMINATION. 


en f in ® , 612093 indicated that it impacted the ground with 
centreline oriented essentially in a true vertical 

Sonv *1 ®y iden J ed b y primary impact damage, 'being concentrated 
a-J-ong the bottom of the engine. It further appears that the engine x,as 
n a nose down attitude on impact as evidenced by the extent of damage 
to the first few low rotor stages and the fact that although the exhaust 
ail cone had broken off, it showed no evidence of primary damage. 
i -tv n engine had broken into essentially three major sections 

TC 550 " S ? ct i° n ; m, 2 - ^ high compressor, burner and 

first stage turbine, and 3. The second and third stage turbine, 

engine rear mount section and equipment aft of this point. 

. There was no evidence of excessive temperature inside the 
engine, nor of any structural failure prior to impact. The discoloration 
o± the hot section Darts was entirely normal. 


25X1A 

Field Engineer, 

Pratt & Whitney Aircraft Division 


25X1A 
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LIFE SCIENCES REPORT OF AN INDIVIDUAL INVOLVED IN AN AF ACCIDENT/INCIDENT 
2f)X1A SECTION A, AIRCRAFT ACCIDENT/INCIDENT 


GENERAL 


Mnma farnHa Marini Nn 


b. Assigned Bose ond Command 

WRSP-IV 


c. Aircraft Type, Model, Series (as 
applicable) 

U-2F 


E 

Winery Afbu — 

T. UUty Assignment 

i. Current Rating 

g. Age 

h. Height 

i. Weight 

j. Years of Educ. 

k. Activity ot time of Accident/ Incident 

L 


Pilot 



72 

172 

16 

I FR -Breakaway 


MEDICAL DATA 


a. Degree of Injury* 
None Minor X 


.Major. 


.Fatal. 


.Missing. 


b. Days Hospitalized 

None 


c. Days in Quarters 

o 


d. Total Days to be Lost 

o 


e. Waiver 

Ye* No_L. 


.Specify. 


f. If Fatal: Was Autopsy Form Submitted to AFIP? Yes. 
Were Specimens^Submitled to AFIP? Yes ____ No 


g. Diagnosis: Describe Fatalities, Injuries and Causes (Use Basic Diagnostic Nomenclature, AFR 160—1 3). Specify Primary Injury in non-fatal or primary cause of death in fatal. 

Minor laceration, right knee and minor abbrasions, lat surface of right knee, 
Contusion over sternum 


PHYSIOLOGICAL INCIDENT (Complete Items 1, 2, 3, 4, 5, 6, 7 , ond 10 os applicoble) 


a. Type Mission 


b. Duration of Flight 


| c. Single Ship | [ Formation UK Ind. Alt ot time of ine. 


e. Cabin Alt at time of inc. 


f. Time at Alt. 


hrs. Aircraft Pressurization ground checked on 


g. Did you use 0 > Preflight? 
Check: Yes □ No □ 


h. Regulator Setting 
Type Regulator Used . 


Last Check on 


i. Oxygen System Pressure ol takeoff: 
at time of Inrdt — 


.Capacity. 


j. Last Check of O* System 


k. Tyoe of Mailt Adequate Fill Yet □ No □ 

Checked within 15 days 30 day* |^] Over 30 □ 


I. Tim* lapse between incident and examination 


m. Specify Tests (Specify Type and Results]! 

CO Blood Sugar 


High 


n. Attach a diagram of the flight profile involved, use additional sheetfs) 


PSYCHOPHYStOlOGICAL FACTORS 

Check only factors present. Explain the basis for your determination in Item 10. Cite all dinlcol and lab evidence 


FACTOR 

Not 

Stg 

CONTRIBUTED TO ACCIDENT 

FACTOR 

Not 

Sig 

CONTRIBUTED TO ACCIDENT | 

Definite 

Probable 

Possible 

Definite 

Probable 

Possible | 

Aging 









mm\ 

Alcohol 





Other 





Air Sickness 





Fatigue 





Auditory Interference 





G- Forces 





Body Build 





Hyperventilation 





Boredom 





Hypoxia 





Cardiovascular 





Illness 





Discipline 





language Barrier 





Distraction 





Missed Meals 





Drugs and/ or Self-Medication 





Motivation/Morale 





Dysbarism (Specify) 





Spatial Disorientation 





Emotional Disturbances 





Task Over-saturation 





Anxiety 





Unconsciousness 





Fear 





Vertigo 





Get-Homeitis 





Visual Restriction 





Irrational Behavior 





Other Related Factors (Explain) 




mmm 

Over Confidence 





No Factors Present 

X 

111 

■it 


Panic 









n 

| 5 ENVIRONMENTAL FACTORS (Check only factors present. Explain the basis for your determination in Item 10. Cite all di 

ikal and lab 

evidence) | 

FACTOR 

Not 

Sig 

CONTRIBUTED TO ACCIDENT 

FACTOR 

Not 

Sig 

CONTRIBUTED TO ACCIDENT | 

Definite 

Proboble 

Possible 

Definite 

Proboble 

Possible 

Air Pressure, i.e. Rapid 

Decompression, Pressure loss. 

Etc., Specify 





,Smoke, fumes 





Cold 





Vibration 





Deceleration Forces 





Weather 





Heat 





Windblast 





Light intensity 





Other Related Factors, Specify 





Noise 




- 

No Factors Present 

X 

L J 

| 6 TRAINING RELATED TO THIS ACCIDENT/INCIDENT (Give Dales Accomplished) | 


|Hu3£3bZ3e1& 



b. Survival Training: — 

c. Parachute Training: 

Jump School: No. Nr Previous Jumps 0 . Lectures /Demonstrations X fMher 

d. Physiological Training e. Last Chamber Flight f. Type Flight 

n„.. 8 Nov 63 ’ pi— WAFR iw. 8 Nov 63 pi— WAT^ . Refresher 

j g. AFSC or Other Training 

h. Name of Course or OJT 

1. Dates Attended 

j. Aptitude Scores Applicable | 










a i i- i-» i * 

iftno/ftAM n . aia nnm a nrtAi a 

7J-IAAA^ AAA^ AAA i_ _ 


■tuUAiiiilBiililittiiS 


rt<UUUTOUU1UU04-l 


71 lg PREVIOUS EDITION OF THIS FORM IS OBSOLETE. 
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1 Specify all applicable items of equipment on appropriate line and specifically indicate all types of clothing worn and 1 

NOT 

AVAILABLE 1 

| any other equipment that influenced operation. 


AVAILABLE 

Not 

Used 1 

ITEM 

EXAMPLE 

TYPE 


Used 

Functioned 

Failed 

Head Protection 

P-4B, HGU-2/P, HGU-6/P 

Siarra custom fit 



X 

' 

. 

Eye Protection 

Visor, Glasses 

HGU 


.X 



Ear Protection 

Ear Plugs, Muff 

HGU 



X 


Oxygen Mask 

MBU-5/P MBU-3/P 

MRU-6/P 



. X 


Clothing Worn 

K-2B, A/P-22S-2 

K-3B 



. X 


Clothing, Survival 

Sleeping Bag, Down-Filled Suit 

Standard . . 


- X 



Gloves 

B-3A, MG-1 

B-3A 



. X 


Footgear 

Alert Boots, Combat Boots 

Civ. iumc boot 



X 


Body Restraints 

Seat Belt, Shoulder Harness 

MA-6. MB.-2A 



X 

* 

life Vest 

LPU-2/P 


X 




Life Raft 

PK-2, E-2B 


X 




Survival Kit, Container 

Global, MD-1 

Q-Uli* 

- - - - 


X 


Communications 

URC-lt, SARAH 

TTRT-21. UR.C-10 



X 


Other Signaling Devices 

Flares, Mirrors, Whistle 

Strobe. MK-13 .. 



X 


Rations 

Food/Water, Provided/Forged 

ST-1 


X 



Survival Equipment 

Rifle, Fishing Gear 

Standard items 


X 



Seat 

Fwd/ Rear Facing, Side, Fixed, Etc. 

Fwd. Toward 



X 


Other Equipment 

Flashlight, etc. (Specify) 

Strang 


X 




ESCAPE 


o. General: (Check or fill in at appropriate) 

Election 1^3 ... , Ground Flat Mtns — ^ — , ice/Snow, Hilly i 

Jr. Lording Surface: . — . 

Bailout LI Water I — I Colm, Shallow Deep Rough, Shallow- 




. Desert K— 

— Deep 


.Wooded -A Swamp _ 

— Unknown CZ1 


.Other (Exp). 


b. Surface Winds, Knots . 


. (estimate if unk) 


Dragged; Yes f~~l No p[~l | Piflficulty releasing Chute Canopy.- Yes | | No 


c. Reason for Jump (if more than one indicate)} 

Fuel Exhaustion Fire Engine Failure. 


.Mid-Air Collision . „ loss of Control X Other (Exp) AlT'Cr&Ttt dj. SXTlju 1.011 


d. Attitude of Aircraft! 
Y 

Lava! a tnv»rtar 


. Spin _ 


. Spiral . 


.Climb. 


.other (Exp) sli^ht^nose down 


,e. Altitud e above Surface 35>#QQQ 210 


(if not known, approx.) Seat Catapuitt Ballistic X Rocket 


f. Difficulties Initiating Escape; 

Centrifugal Force Canopy /Hatch Failure - 


_ln[ury_ 


. Actuating Controls (Specify) - 


. Other (Exp) . 


g. Difficulties During and After Escape; 

Clothing/Equipment Interference Seat entangled Jn Shroud lines. , . legs/Arms entangled In Shroud Lines. 

Held onto Seat Actuating Control* Did not Separate No DIP— X — Other (Exp) 


_ Automatic Lap Beit Malfunction . 


h. Seat Separation Device Installed: Yes . 


Functioned Properly; Yes « 


1. Type Parachute; Seal BaeBA^lS 

Parachute equipped with Zero Delay 

Connected to D-ring: 

Automatic Lanyard Connected* 

Canopy release: Single | | Double (XI 

Lanyard; 


F-lB 

Canopy:0-9 28' 30' 

Yes X No 

Yes No X 

YesJ£ No 


NOTE; A narrative statement will be prepared by each ejectee and/or survivor to include alt information pertinent to escape and survival. The statement will be attached to this form. In 
the event of a fata lity, the statement will be prepaid by the Flight Surgeon, ft e fer t O pj.1 0~b * 5 St» 8/b 6TTie ITb 


RESCUE AND/OR SURVIVAL 


a. Survival involved (Survival implies any water landing and anytime over 1 hour before rescue an land) Yes_ 


b. Distance nearest Rescue (military base) . 


35_ 


. NM 


Time before Rescue kl min. X X. 


Transmitted distress signal; Yes_J[ No . 

Transmitted position fix: Yes_X No 


c. Effects of Exposure; Frostbite Immersion Sea Sickness Insect Bites 

d. Primary Factor in Rescue; Radio/Beacon (Specify) . ra c=lo 


Dehydration 


Other (Explain) 


Flares . 


, Flashlight . 


Sea Marker Dye _ 


Chaff - 


, Local Population . 


Other (Specify) - 


Helicopter/othar Aircraft (Specifyf jO 1-£C Qpt» GT* ~f H— 2X 


e. Type Rescue; None Required , - 

Boat - Seif Rescue (Walked Out) 


Ground Party, Military. 


. locol Population „ 


. Other (Specify) _ 


10 


MEDICAL OFFICER'S RATIONALE, COMMENTS 


This section is to include comment on medical, personal, social, family, industrial hygiene and allied factors in incident causation, and a description and analysis of the factors in Injury 
causation. Injuries should be correlated with the operations of personal equipment, mat functions and failures of structures, systems, etc. Pertinent contributing factors in Items 3 
through 9 should be commented upon. Include X-ray and laboratory findings. Pertinent recommendations are encouraged* 


LABORATORY RESULTS! 


Carbon Monoxide - less than 8$ saturation 
Carbon Dioxide - 2ii MFQ/liter 
Blood Alcohol - 0.0U6 mgm/ral 
Blood Sugar - 9\x mgm# 


NOTE; See Life Sciences Comments and Recommendations, Tab D. Sb C 


25X1 


ykote 

1 5 MAR 1966 


Typed Name, Grade and Title 


AC FORM 
DEC 62 


711 g 



Major, USAE, mu 

Blight Snrgfinn 
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JENERAL VIEW 0? COMPONENTS OF KSOOX (342) RECOVERED FROM THE FIELD, 
THE FORWARD FUSELAGE, AFT FUSELAGE ADD TAIL SURFACES WERE PARTLY 
^TWTOD FOR TRANSPORTATION PURPOSES AS WAS THE RIGHT WING FLAP. 
THE LEFT WING OUTER SECTION WAS BROKEN WHEN DROPPED FROM HELICOPTER 



PART OF LEFT SIDE OF FUSELAGE WITH FIRST LEFT WING RIB 
ATTACHED SHOWING POINT OF INITIAL STRUCTURAL FAILURE. 
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PART OF IjEFT SIDE OF FUSEIAGE WITH FIRST LEFT WING RIB 
SHWOINC THE IjEFT BALL BAT SUPPORT STRUCTURE BROKEN (ARROWS). 
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iiMi ,r i wink; in 'nii-; fiki,d (ui>s r.i)i>; down) showing thu 

PRIMARY STRUCTURAL FAT LURK POINT AT TlfK WING root. 
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Ill (ilf'l' wr\<; SHOWING I’OIMTTON OK |.’l ism I. AT'I AniMI) 
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'AFT FUSELAGE SHOWING UNDERSIDE WITH RIGHT HORIZONTAL 
STABILIZER POINTING UP INTO BUSHES. 


Approved For Release 2002/06/18 : CIA-RDP74B00447R0001 0001 0064-1 





.AFT FUSELAGE SHOWING TAIL SURFACES, RIGHT STABILIZER 
POINTING UP. 
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FOIt.WARl) FUSHIAOH IN HIK FI HU). 
A I, MOST FIAT, 1 JOUNCED OVER ONTO 


IANDl'T) ON TILE IU (11 IT SIDE. 
HIE LIFT ST DM. 
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FORWARD rrSIHAGM SHOWING COCKPIT ARRA 
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